Abstract. The working conditions of truck drivers and social legislation are both topical and political issues in the field of road freight transport. The contribution outlines problems which are linked to the observance of the ban on weekly rest in the vehicle. Based on the judgment, the Court of Justice of the European Union explicitly forbids drivers to take their regular weekly rest in the vehicle. The contribution identifies the impact of the ban on spending weekly rest in the vehicle on transport planning in the EU. The aim of the contribution is also to highlight the existing problems in international road freight transport sector in connection with insufficient number of truck parks with accommodation.
INTRODUCTION
Market access is balanced by EU-wide rules in the fields of driving and rest times in road freight transport and social equality under conditions that ensure a fair and open competitive environment. As the driver's profession in road transport is very demanding, the rules governing work and rest time are strict. The working conditions of truck drivers, social legislation and market protection are both topical and political issues in the field of road freight transport (Lubanski, 2000) . Of all the road freight transport legislation, the social legislation, which is one of the most important legal areas for road haulers, but also for drivers, plays a significant role and whose changes have a considerable impact on the transport planning. Proper compliance with social legislation in road transport, such as observance of the ban on weekly rest in the vehicle, ensures for individual transport companies and especially drivers not only the certainty that they will not be subject to sanctions by the control authorities but their main aim is to prevent accidents due to lack of concentration or driver fatigue (CEMT, 2002) .
SOCIAL LAW IN ROAD TRANSPORT GOVERNING CONDITIONS OF WEEKLY REST IN THE EU
The driver working regime within the EU (including Switzerland, Norway, Liechtenstein and Iceland) is regulated by Regulation (EC) No. 561/2006 laying down rules on driving times, breaks and rest periods for drivers engaged in road and passenger transport. According to Regulation (EC) No. 561/2006, the driver is obliged to draw regular daily and weekly rest. The weekly rest period is a time period of one week during which the driver may freely dispose of his time and includes a period of:  regular weekly rest -any rest period of at least 45 hours, 2018 Volume 1
Issue 1 pp. 27-33  reduced weekly rest period -any rest period of less than 45 hours, which may be shortened to at least 24 consecutive hours. The weekly rest period begins no later than at the end of the six-week period of 24 hours from the end of the previous weekly rest period. This means that the new weekly rest period must be started at the latest 144 hours after the end of the previous weekly rest period (Poliak and Gnap, 2015) . Regulation No. 561/2006 also provides that the driver draws at least two consecutive weeks:  two regular weekly rest periods or  one regular weekly rest period and one reduced weekly rest period of at least 24 hours.
However, this shortening will be replaced by a reasonable breakdown drawn in full before the end of the third week following that week. Any rest taken to compensate for the reduced weekly rest period shall be added to a further rest period of at least nine hours. This means that it is not possible to take a reduced weekly rest period for two weeks. The daily rest period on the last working day of a week may be extended to a regular weekly rest period or a reduced weekly rest period. That is, in each week one of the daily rest periods must be extended and used as a weekly rest period. Weekly rest periods, starting in one week and continuing to the next week, may be linked to one or the other of these weeks, but not to both (Poliak and Gnap, 2015) .
The ban on spending weekly rest in the vehicle According to Art. 8 Regulation No. 561/2006 , the driver can take daily rest and reduced weekly rest in the vehicle if the vehicle is fitted with suitable sleeping facilities for each driver and the vehicle is stationary. In practice, however, this condition did not generally apply until 2014. In the summer of 2014, Belgium and France adjusted the scale of fines according to which a fine is imposed on the driver for taking a regular weekly rest, namely up to € 1,800 in Belgium and from 11 July 2014 up to € 30,000 or imprisonment for one year in France (Poliak and Poliaková, 2015) . The Court of Justice of the European Union, in its judgment of 20 December 2017, also took a stand on the issue of regular weekly rest. In the judgment, the court ruled that truck drivers cannot spend a regular weekly rest in vehicles. This means that no EU country can interpret legislation in a different way (Ayala et al., 2010) . The dragging litigation began three years ago when the Belgian transport company Vaditrans BVBA started a litigation with the Kingdom of Belgium. The haulier believed that it was not possible to fine the regular weekly rest because As EU law can only be enforced by the EU Court, the Belgian court then asked the EU court to determine whether the EU law contained an implicit ban on taking a standard weekly rest in a vehicle (Newman and Kenworthy, 1999) , (Rotondo, 2013) . The EU Court said that EU law refers only to the possibility of reducing the weekly rest period by 24 hours, which is permitted in some circumstances in the vehicle, so this means that it should not apply to a regular 45-hour rest. If allowed, then the driver could spend all the rest in the vehicle, which would not improve drivers' working conditions as intended by EU law. Based on the judgment, the Court of Justice of the European Union explicitly forbids drivers to take their regular weekly rest in the vehicle. The judgment is effective from the date of publication, that is, from 20 December 2017. It is also necessary to state that the judgment is valid in all EU Member States, that is to say, if national law permits a fine to be imposed on such a offense, the control body may impose the fine (Domonkos et al., 2017) . The judgment does not regulate the power to control the use of taking regular weekly rest only on the territory of a particular State. The judgment provides that regular weekly rest cannot be taken by drivers in the vehicle. This means that, for example, in Belgium, the control authorities find that a Slovak driver who runs a vehicle of a carrier based in Slovakia has a regular weekly rest in Germany, he can take a restraint fine in Germany at check in Belgium. It should be noted that the place of regular weekly rest can be found in the previous 28 days of the digital tachograph or the driver card. Therefore, the drivers, when entering the country of arrival and country of exit on a digital tachograph, should be consistent and set the country code consistently (Poliak, 2007) . On the other site, it should be noted that the amount of the fines is set by the national law of the individual EU Member States and will take some time if the fine for regular weekly rest in the vehicle is added to the national regulations of all countries. Regulation (EU) 2016/403, which has updated the classification of serious EU road traffic offenses since 1 January 2017, does not include a violation of the rules: regular driver's weekly rest on the vehicle. According to this classification, individual Member States have adopted a national law setting fines in the field of road transport.
TRANSPORT PLANNING IN THE EU IN RELATION TO TAKING WEEKLY REST OUTSIDE THE VEHICLE
The ban on weekly rest periods points to a number of other problems which are linked to the Court's judgment. Trucks must park at specified truck parks, usually out of town, which often do not have motels or hotels nearby (Drozdziel and Piasecki 1995) . In connection with this problem, three routes of transport leading from the Slovak Republic to selected EU countries were processed and subsequently truck parks were found which provide the driver with the possibility of accommodation in case of taking regular weekly rest. Truck parks were searched by application Truck Parking Europe, which shows the appropriate parking options on a given route with a maximum detour of 12 km. Following the search for individual truck parks and their accommodation facilities, the accommodation capacity was also surveyed, but in some cases this information was not available. Based on individual capacities, accommodations can be divided into three categories according to the number of rooms as follows:  small (1 to 20 rooms),  medium (21 to 40 rooms),  large (more than 40 rooms).
In Fig. 3 shows the first route leading from Slovakia (Žilina) to France (Lyon) with a total length of 1449 km, while there are 201 truck parks or rest areas available but the possibility of accommodation satisfies only 16 truck parks. Of the truck parks they provide on a given route for driver accommodation, 50% is located in Switzerland. The other example is the Slovak Republic, where no such truck parks was found on the chosen route after the evaluation via the application. Table 1 also indicates the capacity of the accommodation, with most of which can be classified in the middle category (21-40 rooms). Capacity of more than 40 rooms meet only 4 accommodation facilities out of 13 people found. The second route (Figure 4 ) leads from Slovakia (Žilina) to Hamburg (Hamburg), with 145 truck parks available, but the driver can take regular weekly rest for only 15 of them (Table 2) . Most of the truck parks on the given route providing accommodation are in this case in Poland, namely 9 out of 15 and the smallest in the Slovak Republic, but in this case it should be noted that the transport route within SR is only 39 km out of a total of 1048 km. Information on the accommodation capacity was available in 8 cases, of which 4 are less than 20 rooms and only one accommodation has more than 40 rooms. The last route analyzed ( Figure 5 ) was the route leading from SR (Žilina) to Italy (Livorno).
There are 113 truck parks on this route,15 of them with accommodation. The route includes three states -Slovakia, Austria and Italy, with 7 truck parks in Austria (Table 3 ) and 8 in Italy (3 truck parks are next to each other, i.e. the same accommodation in all three). The capacity of accommodation facilities was found in 13 cases where the best possibilities provide truck parks in Italy, which mostly have a capacity of more than 40 rooms. Table 4 shows the comparison of the individual routes with regard to the number of truck parks, while on the Žilina-Lyon route there are 8% truck parks with accommodation of the total number of truck parks on the route. The Žilina-Hamburg route there are 10% truck parks and for the Žilina-Livorno route the parks with accommodation facilities represent 13%. 
CONCLUSION
With regard to processing analysis of the truck parks that provide driver accommodation, it can be confirmed that truck parks generally do not have motels or hotels near them. Many accommodation facilities are located within a city where freight parking is not allowed, so the drivers would have to get to the nearest accommodation facility somehow. There is also a risk of transported goods if the vehicle is parked in an unsecured truck park. In case the truck parks are not guarded there is a risk of possible damage to the transported goods or theft of not only the goods but also the whole vehicle. When planning a transport, it is also necessary to take into account, in addition to the provision of a suitable truck parks providing accommodation for the driver, the current capacity as some of them have a relatively low number of rooms. A ban on regular weekly rest in the vehicle can interfere with some important transport routes and may also have an impact on transport companies operating on the West European market and using cabotage and longer periods of time during which the driver operates outside the base of the enterprise.
